George Aitchison (1792—1861)

By Tom Nicholls

The London and Birmingham Railway (L&BR) and the initial designs of intermediate
Stations; Tring, Watford and Coventry (1837-1840)

Drawings of three of the L&BR’s earliest
Intermediate First Class Stations are to be
found in the Fourth series of railway practice
by S C Brees, published in 1847 and I'Atlas,
Portefeuille de Chemin de Fer [1846] by
Auguste Perdonnet, published in Paris,
between 1843-46.

These are the designs of George
Aitchison Senior; they are elegant, typically
Regent, but as railway stations they proved
to be impractical, highly restrictive and
short lived. What they provide us with,
in hindsight, is an invaluable insight into
how experimental this moment in station
design was and how unforeseen the
following years of development were.

Re-establishing  the connection
between the drawings with the architect
George Aitchison Senior, and returning
them to their rightful place in his legacy,
serves also to add significance to the life
of George Aitchison Senior, father of the
more famous George Aitchison, (1825 —
1910). Aitchison’s role within the London
and Birmingham Railway Company also
sheds light on the multi-functional roles
performed by a number of early employees.

Stage Coach Era Context

A contradiction existed in the 1830s
between the newness and as yet
undeveloped nature of the mainline
railway technology and the literally

monumental nature of some of the
architecture. An interpretation of this is
that the railways deliberately set out to
create a sense of solidity and recognisable
lineage in the architectural style. In terms
of the passenger experience, much would
have been familiar to them in terms of
mounting carriages, riding outside and
having their luggage on the roof. Carriages,
at least First class and those for which a
supplement was required, reflected road
carriage types in terms of having coach
compartments that could have found
themselves as easily on road wheels and
drawn by horses as combined in threes
and placed on a railway carriage chassis.
This was particularly true of the Royal
Mails, which in the period of this article,
existed both as horse drawn carriages,
whose road routes radiated out from the
capital, and a very select carriage type of
the London and Birmingham Railway and
other lines, both forms of which had an
enviable branding and an elite reputation.
First class railway carriages were built
with compartments for four inside or
six inside, as were road carriages, some
were ‘blind’ without windows or with
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Image | - Drawing by George
Aitchison of a proposed and
implemented improvement to
the buffer mount on the buffer
beam.

From Aitchison’s report on the
inspection of carriages being built.
(I12th November 1836, Minutes of
the Sub Committee for Carriages,
TNA RAIL 384/33).

Image 2 - Plan of Grand Junction Railway First Class chassis showing the
position of the buffer in relation to the buffer beam. ‘

(The Railways of Great Britain and lIreland Practically Described and
lllustrated. Francis Whishaw. John Weale, 1842).
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‘quarterlights’ as were road carriages.
Carriages, with the exception of those at
Euston and Birmingham Curzon Street,
had to be mounted from the ground
as although platforms were said to be
provided at these intermediate stations
they were little more than pavement
on the ground. Carriages had steps for
passengers to mount and initial designs
were taken from road carriage design.
Railway companies for a number of years
provided coupe carriages in various forms
reflecting the ‘Chariot’ road carriage type.
To accommodate those with a real distaste
for public transport, private carriage
owners were permitted, on payment of
appropriate fares, to ride in their private
carriage, itself mounted on a flat wagon
called a carriage truck.

Second class carriage design on the
Liverpool and Manchester (L&MR) and
L&BR reflected the concept of sitting
outside on a stage or mail coach; carriages
did not have windows and were generally
referred to as‘open’,although initial designs
were adapted to have roofs. The Grand
Junction Railway (GJR) was an exception
in this with carriages having shutters that
could be opened or closed providing more
protection for the passengers.
The intermediate First class
stations
Of these three examples of intermediate
stations there are common style and
functional features. The layout differed
between stations, perhaps deliberately,
but other than this there is considerable
sharing of similar features. If we compare
Aitchison’s drawings of the stations with
official company maps, contemporary
illustrations and a few photos, there is
evidence that these designs were laid out
as planned but were, as at Coventry, quick
to show short comings and were altered
within a couple of years.

The Tring and Coventry station
buildings survived long enough to be
photographed although what has been

Image 3 - The position of the Coventry engine shed opposite the station
building can be seen. This differs from Tring and Watford both of which
have their loco fuel facilities combined with the station buildings. There
was a store for coke, a steam engine to pump water and facilities for
minor repairs. Note that the station platform, such as it is, is only on the
London side. Credit: Brees/Perdonnet.

referred to as Watford's original booking
office and waiting room is actually a house,
probably builtin 1860.As is understandable,
alteration of structures occurred over
time and this is particularly evident at
Coventry. However the early line maps
confirm that Aitchison’s concepts were
realised and this is backed up by a range of
contemporary sources of evidence.

As with some other lines of the period
the focus of the line was mainly on the
two termini. While some consideration
was given at the time of construction, for
example, to the layout of Hampden and
Rugby as junctions, Watford, Tring and
Coventry were built to a model design
with features consistent in all three, and
some aspects in common with other

stations. This model failed to anticipate the
impact and needs of increases in traffic,
train size and passenger numbers and
quickly became insufficient.  Passenger
experience with regard to all three stations
was impacted by little facility for luggage
handling, the considerable inconvenience
and difficulty posed by the stairs and all
three stations were placed in excavations
requiring passengers to descend and
ascend. The interior courts suggest that
it was envisaged that passengers would
gaze down in wonder at the lines beneath
them or perhaps promenade before being
confined in the cramped conditions of the
carriages for their journey. In reality the
degree of exposure was too overwhelming
and that courts were roofed over.

~
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Image 4 - Coventry’s station offices were much modified in later use with
a twin wing being added for the Station Master’s house and both wings
being rebuilt internally at least twice, the original offices being turned
into residences. A number of Aitchison’s details definitely differ from how
the building was built, as can be seen in Osbourne’s illustration (image 6).
Features such as the ornate window framing are absent and the windows
are simply flush brick jack arches. This is also matched in photos of the

building in later life. The jack arched windows are also found on the Tring
booking offices. Credit: Brees/Perdonnet.
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Image 5 - Plan of Coventry forecourt, stairs and booking office. The
description from Brees: ‘A. Passage B. Waiting room. C. Vestibule of ticket
office. The travellers enter by the Passage A into the vestibule C to take
their tickets, passing before the office D; they then proceed into the waiting
room B.” Measurement and careful observation shows that the passage
A is outside the roofed building and possibly open to the elements. ‘E.
Passage. F. Ante-chamber. L. Men’s water-closets. K. Ladies’ water-closets.
G. Interior court. H. Departure staircase. P. Arrival ditto.

Credit: Brees/Perdonnet.

In 1837 the L&BR was still developing
the idea of how their intermediate stations
would work. The two terminals of Euston
and Birmingham Curzon Street had
enough space for First and Second class
Wwaiting rooms and ticketing services to be
separated. The intermediate stations were
categorised First class and Second class,
but this had nothing to do with passenger
class. First class stations were not just for
First class passengers but the status was
more a reflection of the station’s location
and as a nodal point to other places or
connections. There wasn’t space in the
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design of the intermediate stations to
separate the classes.

Intermediate Stations

The minutes indicate that the Directors
of the L&BR, at the outset in 1830-1837,
often delegated the vision of how the
railway should look like or how it should
work to already known professionals or
men of experience. They relied heavily
on the ‘Liverpool party’ for advice and
sent delegations to the L&MR and the
Dublin and Kingstown Railways [1] to
observe how those railways worked.Their

method appears to have been to give
different aspects of the works to varioys
consultants and experts. In terms of
rolling stock, Liverpool Railway Directors
Hardman Earle and William Rathbone, and
the Worsdells helped shape a vision of the
initial rolling stock [2] . Equally it would
appear that the station designs were in
the hands of architects and contractors
such as Philip Hardwick, William Cubitt,
George Aitchison (Senior) and of course
Robert Stephenson. It was even left to the
carriage designer Joseph Wright to create
the arms for use on the sides of carriages
[3], although this was obviously based on
the Company Seal formed by the Coat of
Arms of London and Birmingham citjes.

In terms of stations, the number and
locations were very much in discussion
up until 1838 and obviously continued to
develop thereafter. Junctions such as Rugby
and Hampden were late considerations
as plans and other lines developed.
Echoing the L&MR idea of First and
Second class stations. This did not mean
First class passengers only, but that the
station was of higher status than smaller
intermediate stations. This status was the
product of expected or existing transport
connections, the importance of the town
or city served and perhaps an aspect of
who the local land owner was.

‘The Railway opened with sixteen
intermediate stations. They fell in two
classes, First and Second, the distinction
being that ‘First-class trains’ (comprising
just First-class accommodation) and mail
trains stopped only at the First-class
stations, while ‘mixed trains’ stopped at
every station. The First-class stations
together with their distance in miles from
Euston, were at Watford (17%), Tring
(31%4), Leighton (41), Wolverton (52Y),
Blisworth (62!%), Weedon (69%:), Rugby
(83'4) and Coventry (94). In the Second
class came Harrow (I1%), Boxmoor
(242), Berkhamsted (28), Bletchley
(46'4), Roade (60) — later redesignated
First-class due its important stage coach
connections to Northampton, Leicester,
Nottingham and further afield — Crick
(75%2), Brandon (89'%4) and Hampton
(103)! [4]

‘The minor stations along the line may
be divided into two classes. The first might
consist of merely one room, serving for
office and waiting-room, where nothing
but Passengers and small parcels are sent
either up or down. Such stations would
do for small villages or points where only
a limited traffic is expected. .. The other
class should be a house containing an




COVENTRY STATION.

Image 6 - The illustration of Coventry station in Osborne’s guide appears
remarkably accurate against the station designs and matches written
accounts. Later modifications to the building have confused many
authors but this appears really quite accurate in combination with the
plan information from Brees/Perdonnet and image 7 below.

(Osborne’s London & Birmingham Railway Guide; Publisher: Birmingham:
E.C.& W. Osborne. London: Simkin, Marshall & Co. [1838]).
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Image 7 - Even on some later plans, there are traces of Aitchison’s
original station designs, although by the date of this example the original
Coventry is only a remnant. The outlines in red are for the new station of
1840 however some of the original 1838/9 station is still visible. Note the
word ‘Yard’ middle left, here the pencil impression of the original court
and stairs can be seen, showing similarities with the plan in image 5. The
reference to ‘House’ next to the deleted ‘Office’ showing the conversion
of the original station building.

(RAIL 384/192 original plans of the line, Birmingham Division [Wolverton
— Birmingham] [Binns & Clifford, Surveyors, Birmingham] 1840 [revised by
LNWC 1863] additionally remnants of the original station can still be seen
as well as the completed 1840 station on TNA RAIL 410/1045 described
simply as ‘Coventry Contract containing two maps’).

office, waiting-room in common, or which
is better, one for each class of passengers,
ladies’ waiting room, and two rooms for
the inspector of police to reside in, a
small office for the police, and a porter's
room. To this would have to be added,
if water was required to be pumped, a
steam-engine, and the requisite room for
the engineer; a locomotive engine-house
when necessary, and a covered space for
holding spare carriages, trucks, horse-
boxes, etc, together with the requisite
sheds, and an office for the goods
department. [5]

The Intermediate Station
Concept

These stations included a small single
building containing a booking office and
waiting rooms, this is consistent along
the line although some additional waiting
areas were included at Tring for example.
In addition to the small booking office and
waiting rooms, there was a staging area or
‘yard’ and steps down to the line — one
stairwell for departures and another for
arrivals. In these examples, commensurate
with their First class status, the station
complex included water heating facilities
to preheat the water for the locomotives,
water tank, engine room and a pumping
stationary engine with associated store for
coke.

Watford, Tring & Coventry

The three sets of drawings in Brees/
Perdonnet are either Aitchison’s initial
outlines or copies of them. In the
absence of the usual technical drawings,
confidence in the realisation of the designs
can be drawn from the line plans (RAIL
384 191 & 192) these showing that the
building footprint is largely correct for
the drawings. Contemporary illustrations
indicate that the actual buildings may have
strayed from the drawings in terms of
minor architectural details.

Frustratingly the lack of detail in the
drawings means there is some ambiguity
in some smaller details. For example
illustrations indicate that windows were
omitted from the drawings on the
pumphouse and engine shed walls. In some
cases the pediments and ornate features
of the doors and windows may not have
actually been put in place.

‘The station at Tring is inconveniently
placed in a cutting, as was the original
Coventry station. The offices are on
elevations equal to the depth of the
cutting, and are approached from the
railway by a flight of 1842 7-inch steps for
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Exit

Image 8 - Aitchison’s plan (image 5) includes details of three windows
in Coventry’s original station office, the elevation facing Warwick Road.
These are visible (bricked up) in later surviving photos. It appears the end
wall had small windows initially with the passengers entering the building
down the passage way on the north side of the building and exiting to
the south side through the gate in the wall. This conclusion is based on
further evidence to be seen in the following article on Coventry in more
detail. The illustration created by the author is a best fit of the evidence

of how the station initially looked. (Author’s own sketch).

foot passengers, and a sloped road for
the private carriages to be embarked or
disembarked at the carriage-dock. There
is a separate passage from the railway for
the departure of persons arriving by the
trains, and also a separate staircase for
the use of the porters.

The offices consist of a booking-office and
waiting-room in one, with an entrance-
lobby next the road, and exit lobby
towards the railway. The width of this
building, which is constructed of brick, is
32 ft and the depth 24 ft 5 in. A paved
yard extends in front of the offices for a
length of 58 ft, being 33 ft in depth; the
front next to the railway is enclosed
with iron railings. The urinals and water—
closets are conveniently on the north side
of the offices and entered from the paved

yard. There is also a porter’s lodge, which
is detached from the other offices.

The fixed-engine and boiler-house are
about 33 ft in length and 8 ft 6 in in width,
and abut on the north side of the paved
yard. The coal-shed, which is contiguous,
is 23 ft in length and about 7 ft wide. The
engine has an 8-inch cylinder and |8-
inch stroke; the usual working pressure
is 3| Ibs per square inch. There are two
boilers, with return tubes. The water
tank is placed over the engine and boiler
house; the usual depth of water of 3 ft 6

in. The quantity of water which this tank
will hold is equal to the supply of eight or
nine locomotive engines. The supply-piPeS
from the pumps are each of 6 in diameter.
From the boiler the waste is admitted by a
2!/ inch pipe into the water tank, to rajse
the temperature of the water Previously
to its being let into the tanks of tenders,
Some of the ballast engines are hoysed in
a shed at this station.

Besides the booking clerk, there
are at this station one inspector, three
policemen [in fact signalmen], foy
porters, and one person to operate the
stationary engine.’ [6]

Original chimney arrangements are
difficult to determine since there were
changes over time to internal layouts. This
is more easily determined with Coventry,
as will be seen in part 2. However it does
seem that at Tring and Coventry there
were chimney (or decorative) bases at
the apex (peaks) of the roofs, but Watford
appears to have duplicated chimneys either
side of the gable. How this was reflected
in terms of the location of fire places isn’t
known.

Coventry presents a variation of the
other two booking offices. You might
notice that | have not utilised existing
photographs of the surviving structure
(c. 1950) — this is because the structure
was modified in its subsequent existence
and much confusion exists regarding the
features of this building. Suggestions on
how these confusions might be resolved
are in my article dedicated to Coventry
which follows.

Suffice to say here, Aitchison was
presented with the problem that the
booking office needing to be accessed
from the road, requiring a passageway
along the back of the building, due to the
road being at right angles and the entrance
door and some elevation. Here Aitchison

Image 9 - The London and Birmingham experimented with the idea of all

facilities for passengers at intermediate
tracks. There weren’t Platforms as suc

stations being on one side of the
h just a demarcated area on the

ground, at these stations, Here at Watford, however, there appear to be
two areas i.e. both sides of the tracks.

Credit: Brees/Perdonnet.
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arriving passengers (which is visible on

omitted from this elevation. There should be stairs visible to the left of
the porter’s hut. Given the confirmation of the ‘square’ footprint from
the 1840 line map (image 12) we can be confident that this detail from the
Brees/Perdonnet drawings is the design of the original Watford booking
office, matching as it does that at Tring (see below).

Credit: Brees/Perdonnet.

Image 10 - This side elevation of Watford is incomp
staircase for passengers catching trains is to the left, the staircase for the

Pk

lete. Whilethedeparture  Directors were also on the Board of the
St. Katharine’s Docks, they, knowing his
skill in such arrangements, appointed Mr.
Aitchison for this purpose. [7]

While Philip Hardwick was given the
responsibility of the iconic features of
Euston’s Propylaeum and Curzon Street’s
great edifice, George Aitchison was to
focus on the intermediate stations. He also

the plans) for some reason has been

has retained symmetry but expanded the
design with two doors and two windows.
The passengers departing by train exit
from a door to the far right, as we look at
the drawing. Passengers arriving (by train)
exited through a gap in the wall, with the
lefthand doorway presumably being used
by the ticket collector or for arriving
passengers to access the amenities within.
A further justification of this
interpretation following in part 2 which is
dedicated to the first Coventry Station.

The Architect: George Aitchison
(Senior) - (1792-1861)

In 1813 George Aitchison was articled
to Mr. Henry Hake Seward, an architect
who himself was a pupil of Sir John
Soane. He remained until 1823, when Mr.
Seward resigned his private practice for
the Surveyorship of Greenwich Hospital.
During this period, Mr. Aitchison had
become a student of the Royal Academy,
and had sent in designs for London Bridge,

created designs for some minor additional
‘When it was determined to construct buildings including at least one hotel.

a railway from London to Birmingham, Aitchison’s contact with Hardwick
a system of books and returns for the may well explain his next career step
works was required ; and as many of the to the L&BR, Hardwick’s Propylaeum

Fig. 1
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and for the Caledonian Chapel.

From 1823 to 1826 he was the
principal clerk to Mr. Thomas Hardwick
(1752—1829).And perhaps became known
to the L&BR company through Thomas'
son, Philip Hardwick (1792-1870), for
whom he worked as Clerk of Works on
St Katharine’s Dock. By 1836 George
Aitchison was in the service of the railway
company acting as a go between and
inspecting with the London based railway
carriage contractors.

Image Il - Missing from the side elevation (Image 10), the staircase (G)
is for arriving passengers to depart to Watford, those wishing to depart
on a train descending staircase E. Although these are not symmetrical, the
same flow of passengers is a repeat at our other two example stations. The
departure staircase is to the west (right side of the plan — absent from the side
elevation). Presumably the small Guard’s Lodge (H) is to provide assistance
to exiting passengers, giving assistance with luggage, or perhaps a final ticket
check. From Brees: ‘A. Court. B. Office and waiting room. C. Interior court. D.
Water-closets. E. Entrance staircase. G. Exit staircase. H. Guard’s lodge. I. Coal
Depot. K. Well and pump. L. Steam engine. M. Coke depot. N. Machinist Court.
O. Hydraulic Crane’.
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Image 12 - This is a highly significant detail showing as it does the original
Watford layout. What is important here is that the amendments, perhaps
around 1863, show that the original booking office was demolished and
has been replaced with the still extant Old Station House. The OIld
Station house is not, as it has been officially recorded as, the building of
the original Watford booking office.

Note the new (1863) retaining wall, marked in red. The Old Station
House described simply as ‘House’ which overlays the location of
the original Booking Office visible as a grey square, beneath the 1863
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amendment in pink.

Note the stairs to the left for the passengers leaving the station.
(TNA RAIL 384/191 Original plans of the line, London Division [Euston to

Wolverton] [Binns & Clifford, Surveyors, Birmingham] 1840 [revised by LNWC

1863]).

otherwise known as the Euston Arch
being his contribution to the Railway. He
was also appointed architect to the Road
Stations, and was requested to give the
late. Mr R Stephenson. (Past President
Inst. C.E)), the aid of his experience in
carrying out the structural works on the
line! [1]

According to the Royal Institute of British
Architects ‘The nineteenth century St
Katharine’s Docks were built by Thomas
Telford between 1826-29. The flanking
warehouses with their cast-iron Doric
colonnades were designed by Philip
Hardwick between 1826-27. The Ivory
House with its clock tower was built
I856-1860 by George Aitchison senior,
clerk of works to the St Katherine’s Dock
Company’

Aitchison appears to have become
active for the L&BR towards the end of
1836. Initially his duties appear to have
been as a pair of eyes and ears to the
Board. Incredibly for someone who would
be later known as an architect he appears
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to have contributed one of the early
design changes of carriage design. Joseph
Wright was constructing the first ever
set of L&BR First class carriages but the
board were binding him to the Worsdell
specification which showed only slight
changes from Liverpool and Manchester
days:

12th November 1836, Minutes of the Sub
Committee for Carriages, ‘44 That Mr
Aitchison be desired to inspect from time
to time the Carriages building by Messrs
Wright & Horne for the purpose of
ascertaining that the materials and work
are in conformity with the specification
and that he be authorised to refer thereon
if necessary to the Engineer’

25th Nov 1836 Aitchison visits (Joseph)
Wright and Horne who are building
the first 100 first class carriages for the
London and Birmingham Railway, inspects
the workmanship and makes some
suggestions regarding changes. (RAIL 384
35 Minutes of Sub-committees for special

purposes)

26th Nov 1836 ‘Read Report from Mr
Aitchison 25th Nov. ‘46 Ordered ... to
make the frame work at the corner for
receiving the buffer heads according to the
mode suggested by Mr Aitchison’

This change appears to suggest that the
buffer beam pattern predated the royng
buffers of 1836 and that Aitchison’s
observation was an alteration to reinforce
the buffer mount. Aitchison evidently felt
something was necessary.

Aitchison began his architectural
role for the company in January of 1838
however he appears to have continued
in his monitoring role with regard to the
London Carriage builders contract to the
company.

18th January 1837,London and Birmingham
Board Minute 1319 ‘Mr Aitchison
appointed  superintendent of Buildings
at Stations for the London Division and
Birmingham Committee requested to
extend the appointment to the whole line,
Salary to be £270 if for London Division
only £300 if for whole line, exclusive of
travelling expenses” (RAIL 384 | 1)

I7th April 1837, Station Committee
(Birmingham Division), reports from Mr
Aitchison

17th April 1837, Carriage Sub Committee
Read reports from Mr Aitchison of the Ist
&29th March (Carriage building progress?)

22nd April 1837, Carriage Sub-Committee
.... Read report from Mr Aitchison 2lst
April on the state of the coaches building
by contract in London

Itappears thatAitchison turns his attention

to road or intermediate stations in May of
1837.

2nd May 1837, Station Committee
(Birmingham Division), ‘Mr Aitchison’s
report of the progress of works at the
Road Stations and returns of workmen
employed’.

0th May 1837, Station Committee
(Birmingham  Division), ‘Mr Aitchison®
Return of the state of the works at the
Road Stations from 29th April to 6th ey

25 Resolved, ‘That the Plans for the
Berkhampstead Station which Wwere
laid on the table on the 2nd May (No2)
be approved, and that Mr Aitchison b
instructed to apply for tenders for 4
Necessary buildings!



‘Read letter from Mr Aitchison 9th May,
reporting specially with reference to the
proceedings of Mr Starie under his contract
for buildings at the Watford Station in
consequence of the change in site, and
enclosing copies of his letter to Mr Starie 6th
May and Mr Starie’s reply of the 9th May.

Wartford station plans approved.

1432 Site of Watford Station approved,
Mr Aitchison to make necessary
alterations in his plans & communicate
with contractor

19th May 1837, Carriage Sub-Committee,
Mr Aitchison’s Return, 12th May, of the
Carriages building by Wright & Horne and
Jeffery.

29th May 1837, Carriage Sub-Committee,
Mr Aitchison’s Return on the state of
works at the Road stations, 29th April to
6th May. [

Tring station plans approved.

14th June 1837, Station Sub-Committee,
“49 Resolved, That the plan for Tring
Station Buildings be approved and that Mr
Aitcheson (sic) be instructed to apply for
tenders’.

25th July 1837, Carriage Sub-Committee,
“Mr Bagster and Mr Aitchison’s Returns
of Carriages and wagons completed and
in progress.”

29th  September 1837, “That Mr
Stephenson has instructed Mr Bagster and
Mr Aitchison respecting the arrangements
for the temporary station at Rugby, and
the permanent stations at Coventry and
Bradnock’s Marsh and they are to meet
the secretary at those places the week
after next.

13th of October, 1837, It does not seem
to be necessary to have any other than
these 3 stations at present, and perhaps
the Brandon Station is not absolutely
required.

Image 13 - This drawing of Watford is courtesy of Gerald Massey, from
the website The Railway Comes to Tring. It shows the station as per
the plans and the drawing shows quite clearly the exit stairwell with
characters, perhaps porters, awaiting the next train. In fact the upper
figure appears to be calling down from just in front of the Guard’s lodge.
(Image believed to be contemporary, ~1838, unknown origins, provided
courtesy of Gerald Massey, https://tringlocaIhistory.org.uk/Rainay_local/

index.htm).

Mr Aitchison will furnish the Drawings
of the Buildings as soon as possible.”

It would appear that Aitchison

delivered the building drawings for Rugby
and Coventry stations some time in
October (1837).
Minute 219 ... “Mr Aitchison attended
and explained the several drawings of the
Rugby and Coventry Stations and of the
Carriage Shed.”

|7th October 1837, Carriage Sub
Committee, “Read letter from Captain
Foskett, Hunton Bridge 6th October
tendering a Building situated near the Line

for the use of the Company, and station
that it is his intention to take it down.

153 Ordered That Mr Aitchison be desired
to examine the Building and report whether
the materials may be used with advantage
to the Company at the Road Stations.

154 Ordered, That the Resident Engineer
and Mr Aitchison be desired to make every
exertion for completing the works at the
several Road Stations during the present
favourable weather.

And that the Resident Engineer be
specially directed to form without delay

Image 14 - Tring’s station location appears to have had the space not
afforded to Watford which was moved site at a late stage and which may
have compromised Aitchison’s design and Coventry compromised by the
double height of the station building and slope,

Note the engine shed to the left.
Credit: Brees/Perdonnet.
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